Google 



This is a digital copy of a book that was preserved for generations on library shelves before it was carefully scanned by Google as part of a project 

to make the world's books discoverable online. 

It has survived long enough for the copyright to expire and the book to enter the public domain. A public domain book is one that was never subject 

to copyright or whose legal copyright term has expired. Whether a book is in the public domain may vary country to country. Public domain books 

are our gateways to the past, representing a wealth of history, culture and knowledge that's often difficult to discover. 

Marks, notations and other maiginalia present in the original volume will appear in this file - a reminder of this book's long journey from the 

publisher to a library and finally to you. 

Usage guidelines 

Google is proud to partner with libraries to digitize public domain materials and make them widely accessible. Public domain books belong to the 
public and we are merely their custodians. Nevertheless, this work is expensive, so in order to keep providing tliis resource, we liave taken steps to 
prevent abuse by commercial parties, including placing technical restrictions on automated querying. 
We also ask that you: 

+ Make non-commercial use of the files We designed Google Book Search for use by individuals, and we request that you use these files for 
personal, non-commercial purposes. 

+ Refrain fivm automated querying Do not send automated queries of any sort to Google's system: If you are conducting research on machine 
translation, optical character recognition or other areas where access to a large amount of text is helpful, please contact us. We encourage the 
use of public domain materials for these purposes and may be able to help. 

+ Maintain attributionTht GoogXt "watermark" you see on each file is essential for in forming people about this project and helping them find 
additional materials through Google Book Search. Please do not remove it. 

+ Keep it legal Whatever your use, remember that you are responsible for ensuring that what you are doing is legal. Do not assume that just 
because we believe a book is in the public domain for users in the United States, that the work is also in the public domain for users in other 
countries. Whether a book is still in copyright varies from country to country, and we can't offer guidance on whether any specific use of 
any specific book is allowed. Please do not assume that a book's appearance in Google Book Search means it can be used in any manner 
anywhere in the world. Copyright infringement liabili^ can be quite severe. 

About Google Book Search 

Google's mission is to organize the world's information and to make it universally accessible and useful. Google Book Search helps readers 
discover the world's books while helping authors and publishers reach new audiences. You can search through the full text of this book on the web 

at |http: //books .google .com/I 



IHI 

3 



OUUU41D0SO 

3Z 




'■ • /./f./^fj: . 



A LETTER 



TO A FRIEND, 



COMTAIHIMO OBSBKTATtONS ON THE COMPAEATIVE MSaiTS OV 



CANAL« AND RAILWAYS, 



0^. 



OCCASIONBD 

BY THE REPORTS OF THE COMMITTfefi^ 2 

or THE 

LIVERPOOL AND MANCHESTER 

RAILWAY* 



1 



f< 



Qaid cnim miretiir qaisque, lif hoc uplmuiiit InTCntoftm an 
inTentom? lurtificem an aactorem? ausnm aBqnem hoc excogitare ant 
soflciperet ^0rere an jnbere? super omnia erit populi furor sedcra 
au8i tarn iofll, inttebllique tede. — " 

En hie est (popolnt Bomanus) in maehini pendeaa et ad 

periculum suum plaudens.— ^ 

JPNn, HUU Nat, t. zxzri. c, 1ft. 



m0m 



LONOMAN & Co., PAHiRNOSTER ROW; 
AND ROBERT FENN, CHARING CROSS. 



I. 






4^ 1832, 



•' ^AT. 



t 



A LETTER, &c. 



My Dear Sir, 

I wrote to you from Liverpool some 
observations on the Railway. During the time 
which has since elapsed, I have employed myself 
in making enfjuirics of all persons likely to give 
me information, and fortunately the Liverpool 
Railway Company have just puhlishcd their half 
yearly statement, which enahles me to give you 
some kind of opinion upon the question between 
the relative advantages of Railways and Canals, 
the solution of which formed the leading object 
of my jonrney. 

With respect to the mode of conveying pas- 
sengers you nmst yourself have seen the expedi- 
tion; and when it is recollected that 427,671 
persons have passed on it between Sept. 16th, 
1830, and Sept. 17th, 1831, and that no accident 
happened to any but what has arisen from their 
own carelessness, the safety, combined with the 
advantages from speed, is astonishing. Still the 
steep declivity on the side of the embankment, and 
the almost absolute certainty that if the loco- 
motive engine swerve from its proper course, there 
must be great injury to the carriages and the 
passengers, leave on the mind a sense of danger 
which no calculation can remove. Nevertheless 
females &c. crowd on it daily, and the probable 
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deficiency of passengers during the next cur- 
rent year, which is to be anticipated from pub- 
lic curiosity having subsided, will be supplied 
by an increase of those who have hitherto ab- 
stained from timidity. I understand that Mr. 
Nimmo proposes to obviate the contingency of 
danger from falling over the embankment, in his 
rival Railw^ay to Leeds, by a parapet of earth on 
each side, which he considers preferable to a wall 
as affording a dead resistance. 

There is also an inconvenience which the 
Company themselves have experienced, and 
which you will see by their report they intend 
to remedy, namely the distance of the Engine 
stations or points of departure from the centre of 
the town of Liverpool, the conveyance by the 
Omnibus being a heavy charge as well as attended 
with much inconvenience, but whether an expen- 
diture of ^.100,000 to produce only a 5 per cent 
interest, would be a wise one, the object being 
now effected by an annual outlay, is a question 
certainly doubtful. 

For passengers then the Railway seems to 
have perfectly answered, with respect to expedi- 
tion ; but I presume the rate of travelling cannot 
be safely extended beyond 20 miles per hour; 
for although there are some parts of the line 
where the speed may exceed 25 miles per hour, 
still the ascent at Whistop, wjhiclLjis 1 in 96, 
always presents a considerable oao^GlPsta nd the 
descent from the Rainhill level towards Liverpool, 
rendering it necessary for the Engine to be 
restrained, prevents the regular rate of speed from 
being kept up for the whole way, but I do not 
hesitate to say, that at equal rates of speed and 
of price, I should prefer the railway to any mode 
of travelling by horses which I ever experienced. 
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Prrvious to the puMication of the Liverpool 
and Manchester report, the general opinion 
entertained by all the intelligent persons with 
whom I converacd, was that the project had 
fully succeeded for Passengers and light goods, 
hilt would prove inadequate to the object at first 
proposed (viz.) the conveyance of heavy goods, 
and that even its success in the latter instance 
would he no argument in favor of similar schemes 
under dissimilar circumstances. I do not lay 
any stress on the objection that has been urged 
by some, who are unfriendly to the Railway, 
that the speculation of its projectors has failed, 
because they considered heavy goods as their 
leading object, and travelling as subsidiary only, 
for it is to the credit of the Railway Committee 
and their Engineer, that their minds have pro- 
ceded with their work, that the genius of the 
Engineer has expanded with unexpected success; 
and that the liberality of the Committee has kept 
pace with the extension of their views in the pro- 
gress of the undertaking; their combined efforts 
have produced an effect which was never antici- 
pated, and an experiment has been tried which 
does honour to the country in which we live, and 
to the age which has produced it. But when it 
is held up as a pattern for general imitation, 
and as establishing, decidedly the superiority of 
Railways above all other means of conveyance, 
when it is asserted that the expenditure of any 
sum to accomplish similar undertakings is justi- 
fiable, and that the same system universally 
adopted throughout the kingdom must supersede 
all other means of communication; wc must look 
into the subject more accurately, and submit it 
to a comparison which may direct the cooler 
Judgment of the public. To make this compa- 



rison, Railways and Canals must be measured by 
a common standard, and the report of the Rail- 
way Company furnishes us with sufficient infor- 
mation to enter into this comparison; for although 
those accounts are not produced in the ordinary 
manner in which accounts of the kind have hi- 
therto been kept, yet the items they contain will 
enable me to make such a statement as per- 
sons conversant with Canal accounts cannot mis- 
take. 

The Railway Company are engaged in two 
different concerns, which in most Railways, 
Canals and Rivers are quite distinct. 

1. As having invested their money in a Road 
for which they are entitled to certain Tolls, Rates, 
and Duties for every person travelling, and goods 
conveyed on it. 

2. As Carriers engaged in the conveyance 
of passengers and goods on it for a certain price. 

The prices at which the Company are to carry 
passengers and goods are limited by Parliament, 
but you will find that as long as the Company 
continue to be Carriers at those prices, no person 
can compete with them. 

I shall commence my obseiTations with con- 
sidering them under the second character as 
carriers; as I think the subject will be thus more 
clearly understood. 

Whether the articles carried are alive or dead, 
whether they are coals or bales, human creatures 
or brute animals, the predicate in which we are to 
consider them is as articles, for the conveyance of 
which, freight is to be paid by the consumers to 
the carriers. 

Freight is compounded of three ingredients. 

1. The sum which is actually paid for the 

Loco-motive power which I call conveyance. 



2. The Tolls or sum paid to tUe Canal or Rail 
Road Proprietors, 

3, The Profit to the carrier to indemnify him 
for his advance of capital, risque of bad dehta, 
maintenance of and provisiou for his family 
&c. 

We have in their report the expence of con- 
veying passengers which reckoning twelve persona 
to weigh a ton, at I3id. each person, is 13*. 6d. 
per ton, or about 8id. per cwt. The average 
amount which they have received for conveying 
each passenger is 4^. 7id., or 55*. 6d. per ton. 

Their account then as Carriers of Passengers 
stands thus : 

Dr. 
Conveyance of 12 Passengers ^' '■ ''■ 
weighing 1 ton - 13 6 

Tolls at 4*. each - 2 8 ' '" "■ 

Cr. 3 16 

Amount received for 12 pas- 
sengers at 4s. 7kd. 2 15 6 

Difference, being a loss per 

ton of - - £.0 6 



Let us now consider the Company as Carriers 
of goods. It appears from the report that the 
amount of their actual disbursements on every 
ton of goods conveyed by them between Liver- 
pool and Manchester is , ^, 
In the Merchandize department 3 lOj 
For Loco-motive power, &c. 1 8i 
Together - - 5 71 

To these disbursements ought to be added, 
interest on the capital employed, a per ceotage 
on the deterioration of the Engines and Carriages, 
and a reasonable sum for the rent of Warehouses, 



&c* Leaving these items out of the calculation 
and proceeding in the same manner as in my for- 
mer statement^ I add to the above sum of 5^. T\d.j 
the amount of the tolls payable to the Railway 
Company, on the goods carried. As the freight 
received for these goods is stated to have been 
10^. ^,, per ton, and as this sum is nearly the 
mean between 9«v. and ll^., the sums chargeable 
for freight in the two last schedules, the goods 
must have been of the description liable to the 

Eayment of the rates specified in those schedules, 
eing respectively 24d. and 3rf. per ton per mile. 
Calculating it at ^d. (the mean of these sums,) 
the amount of the tolls for thirty miles, the dis- 
tance chargeable will be 6*. lOW. per ton and 
their account as Carriers of Goods will stand thus : 
Dr. 

Amount of disbursements per ton, as ** ^' 

above stated - - 5 7^ 

Tolls per ton - - - 6 101 

Cr. 12 6 

Amount of freight received - 10 3 

DiflFerence being a loss per ton of - 2 3 

It is clear then that no carrier could carry on 
his trade and pay tolls equal to the amount of 
those granted by Parliament, and that the loss 
would be on passengers, 65. per ton, on goods, 
2^. ^d. 

I have collected with considerable care the 
rates of freight, payable on some of the leading 
lines of inland navigation in England, viz. 
I. Those between London arid Manchester, 
through the Regent's, Grand Junction, Oxford, 
Coventry, Grand Trunk, and Duke of Bridge- 
water's CanaL 



n. Those between London and the Potteries, 
by the same canals, with the exception of the 
Duke of Bridgewater's. 
Ill, Those between London and Birmingham, 
by the Regent's, Grand Junction j Oxford, 
Warwick and Napton, and Warwick and Bir- 
mingham Canals, 
IV. Those between London and Bristol, by the 
Thames and Rennet rivers, the Kennet and 
Avon canal, and river Avon. 
And I find that on goods of a similar descrip- 
tion to those which have been conveyed princi- 
pally on the Manchester and Liverpool Railway, 
the freights and tolls are as under. 
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3. London 
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That in all these instances the full Tolls 
granted by the Canal Acts, are paid by the 
carrier, and that his freight is on the average 
about double or rather less than double the amount 
of the tolls. 

That for a ton of passengers nearly as much 
freight is paid between Liverpool and Manchester 
a distance of 30 miles, as for a ton of high priced 
goods between London and Manchester, a dis- 
tance of 262 miles, and more than between Lon- 
don and the other places above mentioned. 

It will be observed from the preceding table 
that all the articles of merchandise paying the 
highest freight and highest tonnage are carried 
on the different navigations, for every 30 miles, 
for a less sum than that which is paid on the 
Liverpool and Manchester Railway, which is the 
same distance, which latter is to be particularly 
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noticed is not sufficient cither to pay the full 
tonnage to the proprietors of the Railway, or any 
profit to the carrier of the goods. The preceding 
remarks apply to goods of a high value only, both 
as regards the canals and the Railway, but it is 
to be recollected that by far the greater proportion 
of articles conveyed by inland navigation consist 
of goods of a low value, such as Iron, Coals, 
Stone, Grain, Timber, Manure, &c., which are 
carried at much lower rates both of tolls and 
freight. Between Manchester and London and 
the Potteries and London few low priced articles 
are carried at all, because they will not bear the 
expence of conveyance by inland communication 
and therefore go by sea. 

Freight. Toll«. 
s. «. 

Between London and Birmingham, Iron is carried for 22 9 

London and Bristol, Iron - - 21 11 * 

London and Bath, Stone - . . . jg 9 

Thus then stand the facts as to the prices of 
Freight, the existing lines of inland navigation, 
and the possible extension of the most efficient 
Railway which can be formed in England; for 
the warmest friends of them will scarcely deny 
that such another line as the Liverpool and Man- 
chester Railway, cannot be found in any of the 
great lines of communication. Mile for mile 
therefore, goods are not carried so cheap on the 
Liverpool and Manchester Railway, as on the 
great lines of canals, and can neither remunerate 
the carrier as to his freight, nor the Proprietor as 
to his tolls in the same manner as canals do. 
On the great navigable rivers, the comparison is 
still more unfavorable to Railways. Although 
with the profit of the individual Railway as an 
adventure, the public have but little to do, still it 
may be useful to the formers of similar projects, 
to make a few observations on the ^rst head 



imder which I proposed to treat the subject on the 
situation of the company aa Proprietors of the 
Railway, distinct from Ciirriers upon it. 

There are rensons for some Caniil companies 
becoming carriers which do not apply to others, 
On the Grand Trunk or Trent and Mersey for 
example, there is no power to reduce tonnages on 
certain articles, and therefore the company become 
carriers of those articles, merely for the purpose 
of obtaining the amount of the tolls. 

By acting as carriers the Liverpool and Man- 
chester Railway company, cannot obtain the full 
amount of their tolls, the loss in passengers, per 
ton, being as above stated 6*. or 6d. per passen- 
ger, equal to one eighth of the parUamentary 
dues, and on goods, is. '6d. or nearly Id. per ton, 
per mile, being about one third of the parliamen- 
tary dues. 

The sundry disbursements stated in the report, 
in my estimation comprehend those articles of 
expence, which in canal and railway concerns 
should be deducted from the gross receipts of the 
tolls, before the uet income of the company can 
be stated. 

The receipts of the Company for every ton of 

passengers are - - £.2 15*. 6d. 

Deduct the conveyance - 13*. 6d. 

Remainder £.2 2s. Od. 



Which leaves only 3s. Gd. per passenger in- 
stead of 4*"., and the expence of maintaining the 
Railway is stated to be 10|rf. per passenger, or 
per ton _ . _ JOs. 6J. 

being 25 per cent on the tolls. 

The expences on the lolls taken on goods have 
been as 2*. 8d, to 4s. 7^d., or four ninths nearly 
of tboir receipts. 
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One word more as to the merchandise depart- 
ment. The directors state " that the disburse- 
" ments are considerably heavier than they anti- 
" cipated, but that the expence of carriage will 
" not keep pace in the same ratio with the increase 
" of tonnage'^ I do not understand what is 
meant here by tonnage, but if it is meant that 
if the quantity of goods carried should increase, 
the disbursements per ton for their conveyance 
will be less than for those goods hitherto carried, 
I think that the directors will find themselves 
mistaken. All their disbursements in the mercan- 
tile department being exclusively for labor , com- 
prised under the denominations of porterage, 
salaries, cartages &c. and the locomotive powers. 
Every ton of goods carried requires the same 
porterage, salaries, and cartages, and with the in- 
crease of goods there must be the same increase of 
porters, carts, &c. There must be also an increased 
number of carriages and loco-motives, so that the 
same ratio will exist between the rate of convey- 
ance and the tolls now paid which are 2^. 3d. per 
ton less than the parliamentary tonnage granted 
them, although as carriers they have no profit at all. 
A priori therefore a Railway made under the 
most favourable circumstances, could not compete 
with canals or river navigations parallel to them, 
and of the same length, in the freight of low 
priced goods, because the goods can be conveyed 
on the latter at a cheaper rate per ton per mile, 
and the carrier can maintain himself with a living 
profit, paying the full parliamentary tolls, and 
the canal proprietors need not upon high priced 
and valuable goods make any abatement of tolls. 
Upon canals and rivers the mere price of con- 
veyance being very low, the proprietors can make 
large abatements upon articles in which cheapness 
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is most imiiortant, still leaving a profit to the 
ciinior npon the carriage of the articles, or to the 
merchant upon the sale, where he actt only aa 
carrier for the purpose of sale, a coal merchant 
for instance. But on the Railway the dishurse- 
menls being the same in the merchandise depart- 
ment, all abatements must be made on the tolls ; 
and on the highest priced articles, it appears that 
two thirds only of the tonnage can be received ; 
and on low priced articles no tonnage whatsoever, 
for on canals, or rivers, we find that low priced 
articles, snch as coal, stone, lime stone, iron, &c. 
can be conveyed per ton per mile leaving a toll 
receivable by the proprietors and a profit to the 
carrier, at 40 per cent less than the mere disburse- 
ments for labor on the railway. "These disbursements 
at 5^. 7j(/. for 30 miles, are 2id. per ton per mile. 
On the Kennet and Avon canal, building stone 
from Bath, is carried 150 miles for 18^. per ton, 
or \ld. per ton per mile, the canals and rivers on 
which it is conveyed receiving 9s, per ton. 

On the Birmingham, Coventry, Oxford, and 
Grand Junction Lines. Iron from Tipton, is con- 
veyed at 22s. per too 187 miles or lirf. per ton 
per mile paying 9s. ad. in tolls. 

We find facts confirming this analogy of rea- 
soning in favour of the competition of canals and 
rivers with Railways ; for on the Duke of Bridge- 
waters canal, and the Mersey and Irwell naviga- 
tions, it has been found that not only every de- 
scription of E^nods are carried as cheap aa on the 
Railway, but that during the last year, there have 
been more goods carried on those two naviga- 
tions than for many years past. Yet on those 
navigations, the distances between Liverpool and 
Manchester are, in the former nineteen miles, in 
the latter fourteen miles more than by the Railway. 
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It is indeed true that a monopoly in some 
degree injurious to the public interest has been 
diminished by the railway, as the price of freight 
between Liverpool and Manchester, has been 
reduced one-third, viz. from 15^. to 10*. but to 
enable the bye-carriers (as they are called) to 
effect this reduction, the tolls on the Dukes canal 
have been reduced viz. from 3*. Sd. to 2*. 8rf. and 
on the Mersey and Irwell from 3s. Ad, to 2*. Ad. 
and although the proprietors of the Dukes and 
of the Irwell and Mersey navigations are them- 
selves carriers, yet other carriers trade on them 
also, for there exists a profit on the carrying 
trade itself. 

But on the Railway the monopoly is complete, 
and although the projectors asserted in their pro- 
spectus in capital letters that " Competition is 
WANTED," yet the execution of the Rail Road ex- 
cludes the possibility of competition, and the 
certainty of the carrying trade on it becoming a 
monopoly in their own hands is not very consistent 
with their high pretensions. 

The fact is the whole machine is of so delicate 
and nice construction, the ball with which their 
game of Bagatelle is to be played must be so ac- 
curately directed, that they will not admit any 
others to throw it but themselves; and all which 
their public spirit has hitherto done to coun- 
teract the universal cry against their mono- 
poly, has been a promise, to employ others and 
not their own engineer to make the loco-motive 
engines for them if they make them as well. 

What then is the conclusion as to the com- 
petition between Railways and canals as to 
their mechanical, and as I may term it their 
physical construction. That the level railway 
30 miles long between Liverpool and Manchester 



cannot put down two navigations, between the 
same points the first ot'wiiich '\sjifty and the other 
fortif-jive miles long. Yet plans are projecting 
to transfer the trade of several existing canals to 
contemplated rail roads, where their projectors 
allow that no level can be obtained, on account 
of the inequality of the country, but that in aid 
of the loco-motives, fixed engines are to be 
erected to bawl up the passengers and'goods, and 
to veer them down the declivities. And as by 
these means the distances may be so much 
shortened and the cheapness of carriage obtained 
with so much facility, the advantages will be so 
great as to supersede all canals and rivers, and 
to transfer the revenues derivcable from the trade 
now passing on them, into the pockets of the 
shareholders of the railway. 

But luckily for those who cannot enter into 
arguments and calculations the fro and contra, 
with respect to the only railway of the latter kind 
now in existence has been stated by the same 
parties, and that I may not be accused of per- 
verting them, I merely copy documents of diffe- 
rent dates in which I beg you only to observe, 
that one was published before and the other 
AFTER the execution of the railwav. 
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PRO. 



To the Committee of the Promoters of the intended 

Railtvay^from the Cromford Canal^ to the 

Peak Forest Canal. 



September, 1824. 
Gentlemen, 

In pursuance of your directions, I have examined the 
coantry between the Cromford and the Peak Forest Canals, and 
have taken the levels for a Railway in the most direct line of 
communication with them, without diverging for the purposes of 
any local trade, which in fact would not be materially affected by 
any variation to the East or West ; and taking into consideration 
the elevated, mountainous, and occasionally precipitous district 
of country, through which it passes, (the summit level of the 
Railway being a thousand feet above the Cromford Canal, and 
upwards of eleven miles in length,) the line on the whole is 
exceedingly favourable. 

Although from the irregularities of a mountainous country, the 
expense of forming the line will be considerable, (m the other 
hand it abounds with excellent materials for making the Railway. 
In a survey taken solely with a view of ascertaining the direction 
of the line, the necessary data are not afforded on which an 
estimate can be formed, but I have a feeling amounting almost to 
conviction, that the sum originally stated, (£4,000. per mile on 
the average,) will be sufficient for the purpose, and it may not be 
improper to add that I have had many years experience in similar 
works to assist me in forming an opinion. 

The Railway is proposed to be constructed on the system of 
Levels and Inclined Planes, by which Steam Engines may be 
employed as the moving power to convey the waggons. 

In compliance with the wishes of the Committee, I have esti- 
mated the probable trade of the Railway. Although such a 
statement can only be considered as an approximation to the 
truth, it is self-evident that a communication which forms the 
connecting link to several well established canals, — which 
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shortens the distance of intercourse, between the great manu- 
facturing districts of Lancashire, and of Derbyshire, and Not- 
tinghamshire, and also of the Eastern and Southern Agricultural 
Counties, — which will save time and expense in transport, — 
which will convey as cheaply, and with more expedition than a 
Canal, and be effected at one fourth of the cost, — which has 
in iUi course valuable mines and extensive quarries of limestone 
and gritstone, — it is evident (I repeat) that such a communication 
cannot fail to remunerate amply the promoters of the 

MEASURE. 

(Signed) Engineer. 



PROBABLE REVENUE. 



Tons. £. 

Grain as before stated, . . 40,000, carried 30 miles at 2d. per 

ton, per mile, 10,000. 

Coal, [.60,000, on the average carried 10 

miles at Id 2,500. 

Lime and Limestone .... 10,000, 8 miles at Id 333. 

Paving Stones, Slate, &c. . 10,000, 30 miles at Id 1,250. 

Hopton Wood Stone and 

Gritstone 5,000, average 20 miles at Id. . . 468. 

Pig Iron, Bar Iron, and 

Lead 4,000, 30mile8atld 500. 

Timber, Hay, &c 1,000, 30 miles at Id 125. 

Wool and Cotton, (raw) . . 2,000, 30 miles at 2d 500. 

Nottingham, Derby, and 
Leicester trade to Man- 
chester and the Neigh- 
bourhood, 2,000, 30 miles at 2d 500. 

Manchester trade to the 

southward and eastward, 5,000, 30 miles at 2d 1 ,250. 

Huddersfield and York- 
shire trade, 1,000, 30 miles at 2d 250. 

Groceries, Spirits, &c. . . 1,000, 30 miles at 2d 250. 

Sundries, at Hops, Cheese, 
Salt, Earthenware, 

Dying and Bleaching 
Goods, Moulding Sand, 
Provisions, and many 

other Articles, 3,000, 30 miles at 2d 750. 

£18,676. 
From which deduct the 

repairs of 32 miles of 

Railway, at £30, per 

mile, 960, 

Agency, and Incidental 

Expences, 1,040, 2,000. 

Being 11 per Cent, on a capital of ;gl50,000. ;£ 16,676. 
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Thifl last Rail Road, has been constructed 
upon the principle which must be adopted when 
no general level can be obtained. It is one where 
locomotive Engines are to be used on the levels, 
and stationary Engines to hawl the carriages with 
passengers, and goods, up the inclined planes 
and let them down. This line shortens the 
distance between Manchester and the junction of 
the Derbyshire Canals, with the Trent and the 
Soar, and consequently with the Eastern and 
Southern Agricultural Countries, more than one 
half viz. 56 miles instead of 118 miles, and yet 
not one ton of all the great commerce, announced 
in the first account, has ever passed on it for the 
whole distance, and no carriage whatever, except 
that which conveyed the Committee, on their 
triumphant tour on its opening, all the trade 
having been confined to that of a little coal at 
the southern end. 

There are on it seventeen stationary Engines, 
and the section of it is represented in the 
annexed sketch; there it stands 

" wasting its swcettiese in the desert air" 
and may be had cheap, the owners having no 
further use for it, and it beiug not at all the worse 
for wear.* 

It is not however useless to every hody. 
Warnings are to the wise, as good as examples. 
The total failure of this promising speculation 
has made other speculators in Railways pause 
a little in their rapid progress. 

While the Croraford and Peak forest was as 
yet unfinished, the Engineer of the Liverpool and 
Manchester was determined not to he out done 
hy his brother Engineer, so he projected a more 
magnificent scheme, and as his own practice had 
The present ^rice of ^lOO sbare is £20. 
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exceeded his imagination in that instance, lie 
determined to let his imagination oat do practica- 
bility in his other projects. Two were brought 
forward under his authority from Manchester, the 
first to Leeds, the second to Sheffield. The geninlB 
rose with the difficulties to be encountered, and 
what was thought insuperable in the first project 
was overcome in the last. 

In a Report on the former, published in the 
Globe of the 1st January 1831, the following 
passage occurs. 

After stating the course which the Manchester 
and Leeds Railway is intended to take, the 
Report continues as follows: — " In no other 
. direction could a practicable line be found, 
without the necessity of a tunnel several miles in 
length, or very steep inclined planes, which 
would require the aid of powerful stationary 
engines; the former being objectionable not only 
from its extent, but from steam and sulphurous 
gas, which the loco-motive engines would leave 
in passing through it ; and th^latter being ex- 
ceptionable on account of thflKtttendant delay 
and the danger of ascending steep acclivities.*' 

This opinion of the dange^of passing through 
long tunnels by means of loco-motive engines, 
which necessarily require a constant supply of 
burning fuel, and therefore vitiate confined ati- 
mospheres, is founded, no doubt, on general 
experience of the difficulty of obtaining sufficient 
ventilation through extensive subteraneous air- 
courses, especially when those channels He at a 
great depth from the surface. That this danger 
is not imaginary, is proved by the issue of ail 
l^ttempt, made three or four years ago, to pass 
through the tunnel of the Huddersfield canfd in 
a boat propelled by a moveable steam-engine. 



The expenment bad nearly ended in the suffoca- 
tion of every person in the boat by the gas from 
the burning fuel. The hazard of long and steep 
inclined planes must be evident to every one 
who considers, that heavy loads are trusted upon 
them to the precarious tenacity of chains or 
ropes, the breaking of which can scarcely fail to 
be destructive to carriages and their contents. 
Of this danger also, a practical illustration was 
lately given on the inclined plane at Middleton, 
ID Derbyshire, where three waggons broke loose 
from the rope to which they were attached, and 
descended the plane with such velocity as caused 
them to be dashed to pieces at the bottom. 

Another objection to long tunnels is derived 
from the slow progress of the workings, and 
their enormous expense. 

The Huddersfield canal tunnel of aboat 
3 1 miles in length was not completed in less 
than seventeen years, at the cost of £130,000. 
The new tunnel (288S yards in length) by which 
the Trent and Mwsey canal penetrates Harecastle 
Hill was executfifl at a much later period, with 
all the advantages of improved methods of 
working. It required, nevertheless, seven years 
for its completion, and is known not to have 
cost less than the sum just mentioned. — Inclined 
planes, too, are not only extremely expensive 
by their first cost, but by the constant outlay of 
money to maintain the stationary steam engines 
which are required to draw loaded carriages along 
them. This objection is of additional force, 
when TWO planes, meeting each other like the 
roof of a house, are necessary to convey carrii^es 
over great elevations. 

Notwithstanding these powerful arguments 
against tunnels and inclined planes, as forming 
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part^of the system of railways, arguments which . 
iiiust doubtless have been urged upon the 
Directors of the Manchester and Leeds Railway 
by the two eminent engineers whom theyemployed 
to make the surveys, it is not a little remarkable 
that a plan of another Railway has been profes-- 
tionally furnished hy one of those f^entlemen^ of 
which not only tunnels and inclined planes, but 
even underground inclined planes, form a striking 
feature. 

The Railway alluded to, is proposed to be 
carried from Sheffield to Manchester, over the 
hig:h Peak of Derbyshire, at the elevation of 1080 
feet above Oldfield Lane in Salford, its western 
extremity. To accomplish this the following 
inclined planes, among others, will be required:— 



No. 1. From Sheffield 4 in length and risbg 1 in 82 

No.2 ^ U ditto 1 in 32 

No. 3. .%.... 3i ditto 1 in 195 

No.4. U ditto 1 in 18 

No.5 II jH^-*- 1^ ^ 

iNo* o. /••.••.••••*••• d •••••. 4|^^^B* • • • • 1 in 92 



A comparison of the inclination of these 
pities, with that of the Wl&ton Plane between 
Manchester and Liverpool, which rises 1 iii 96 
for the length of a mile and a half, will be found 
on the whole greatly to the disadvantage of the 
Sheffield line. 

With respect to the Sheffield line, besides a 
considerable number of short tunnels it is a 
part of the plan to penetrate through a mountain 
between that town and Hathersage, by an inclined 
tunnel (see figure No. 3) upwards of three miles 
long. * 

Two -other very steep inclined planes (No. 4 
4tnd 5) are also projected, the one to be carried 



under groand near Castleton, the other under 
Rushop Edge. — Of the whole number of planes 
contained in the foregoing table, there are three 
(Nos. 2, 4 and 5,) which are too much inclined 
to be worked otherwise than by stationary steam- 
engines. 

After this statement, it cannot be unfair to 
ask, how is the palpable inconsistency to be 
reconciled between the opinion expressed in the 
Manchester and Leeds report and that implied 
I in the plan of the Manchester and Sheffield 
' railway, the latter of which originates with one 
of the engineers, who so decidedly dechired against 
tunnels and inclined planes on the Leeds line. 

A Bill for the Manchester and Leeds Railway 
was not passed in the last session of Parliament, 
that for the Manchester and Sheffield was. 
Among those who were snbscribers to the latter, 
were many of the share-holders in the Manchester 
and Liverpool Rail way, who, whether they doubted 
the entire success of their own undertaking, or 
compared the practicability of the Manchester 
and Sheffield Itfte, with that of the CromFord 
and Peak forest, or distrusted the imagination of 
their engineer; attended at a meeting to consider 
the expediency of proceeding with the work, and 
althongh there were 1120 to 1068, constituting 
a majority of shares in favour of proceeding, 
yet that majority yielded to the suggestions of 
the minority and it was ultimately resolved that 
the execution should be postponed six months. 

Warned by similar experience the snbscribers 
to the Leeds and Liverpool Railway have post- 
poned their intended proceedings. 

Indeed, with the dubious exception of the 
Liverpool and Manchester Railway, and of those 
-Railways which have been formed solely for the 



f 



tiorppse of copveying coals or l^avr iQiQeralf c^ 
a descending line, to the ports of anipmenti^ ^ndi 
of which the Stockton and Darlington, is tju^ 
hest exa^lple ; the Railways, for which apts 
have been obtained, present no great inducement 
for the investment of capital, if we may jndgi^ by 
the prices of those whose shares are in the mar- 
ket, and the #ilence respecting the others, which 
Ijear no price pr value whatever, 

Even with the advantage of the descent) I 
believe it will be found that the rates of convey- 
ance per mile on Railwavs, are greater than 6^ 
equal distances on any Canal in JBngland. 

You will have seen p. 8 that Stoni^ is; cpn- 
veyed from Bath to London, 100 miles on 
Canals, for 9^. (exclusive of tolls), which is at th^ 
rate of about twelve sixteenths of a pennV) per 
ton per mile; also, that Iron is conveyed between 
Birmingham and London, at fourteen sixteenths 
of a penny per ton per mile, and that in both 
these instances thi boats return empty. 

The bare haulage or locomotii^ power account 
in the Liverpool and Mancbesten||plway {3 eleven 
sixteenths of a penny per ton per mile, and it \% 
also stated in the Report, that ^' no allowcmce tai 
" miidefor wear of materials except what is com^ 
" prised in the actual repair; and this is for loco- 
motive power only, on the most favorable line in 
England for a level railway, whereas on thetwo lines^ 
of Canals above mentioned, the profit of th^ 
carrier and all wear and tear are fnclnded, a^d 
the Barges have to navigate backward apd fprwi^rd 
through 116 locks in the first instance, apd 160 
in the last ; and yet, the cost per ton per mijie 
is only twelve q^ixteenths in the first, and fonrti^eu 
sixteenths of a penny in the latter instance. 






This coHbarison would bet sufficient were there 
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DO Other methods of obtaiDing one, but fortu- 
nately there exists a Canal on which a comparison 
can be iiiLide of the most accurate nature. 

I allude to the Canal between Edinburgh and 
the Duke of Hamilton's Coal pits near Falkirk, 
called the Union Canal, 28 miles in length and 
on a perfect level. 

On that Canal, boats are haled not only by 
horses, but also by steam tug3,-and the actual 
work done by each is according to the following 
statement. 

The steam tug takes in its train three coal 
boats each holding 45 tons, and travels with them 
at the rate of two miles per hour; returning af- 
terwards with the empty boat at the rate of three 
miles per hour. 

The expences incurred in each trip to Edin- 
burgh and back may be estimated as follows : — 

Coal consumed by the Engine, 

3 tons iit 5.*. Gd. . . . 16 6 

Wages of three men employed 

in the tag for two days at 9*. 18 

Wages of three men, one in each 
lock, who also discharge the 
Coal, each trip Cs. Gd. . . 19 6 

Wagesof threeboys in do., at4». 12 

Wear and tear of steam tug and 

interest 14 

* £ 4 10 



This is rather more than four sixteenths of a 
penny per ton per mile. The expence of towing 
by horses would be £()., about six sixteenths of 
a penny per ton per mile. 

1 think therefore that the opinions inferred in 
in page 3, from the Liverpool and Manchester 
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I|^ilway,-that'Railway8 would be inadequate to 
tKe coriveyarices of heavy goods in competition 
with Canals are correct. 

But say the friends of Railways, the expedition 
obtained, renders them so superior to Canal con- 
veyance that if placed in competition, even at any 
expence, that circumstance alone will give them 
the superiority. 

Having fim referred to the fact in p. 13, that 
the expedition on the Liverpool and Manchester 
Railway has not superseded tke traffic on the 
Duke of Bridgewaters Canal^ and the Mersey 
and Irwell. I answer : — 

1. That on the great aiticles of internal com- 
munication, such as Stone, Lime, and above all 
Coals, cheapness is of primary importance, and 
expedition of none at all. 

^. ,. That in internal communication those' arti- 
cles bear a proportion often to one at least to any 
other. . 

3. That even incomparatively valuablearticlea, 
cheapness is of more importance than even expe- 
dition, and were there any doubti^pn that subject, 
I appeal to the fact that one third at least of the 
manufactured articles from Manchester to London, 
are conveyed for the sake of saving from 10 to 
15^. per ton on the freight, throagh the Roch- 
dale and Huddersfield Canals along the rivers 
Calder and Aire, to Goole or Hull and frcm 
thence to London. 
Although they are exposed, 

1. To the hazards of a Sea- Voyage, of two 
hundred miles ; . 

2. Ta transhipment once if not twice at 
Selby, or Goole, or Hull; 

3. To a certain additional delay of at least 
lOi br'14'd|fei| as compared with the direct line 
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wlitch is' regularly travelled by Messrs. Pickford, 
and other Carriers, in 5 nights and 4 days. 

Yet I have been told that the expenses of the 
loco-motive powers on Railways, are owing to 
the velocity, and that if the velocity was reduced 
the expenses would be much lower. It has 
been seen above that the only profitable part of 
the Railway trade ia the carriage of very light 
goods and passengers, to whom velocity is every 
thing, but it is clear that velocity with espence, 
and slow motion with cheapness are incompati- 
ble unless there areyowr lines of Rails, instead of 
two on the same railway ; and the expence of four 
lines of rails would render all the expences of the 
Railway in earthwork and Rails nearly double 
that of two, and when it is known that the ex- 
pence of the Liverpool and Manchester Railway, 
for the construction alone has been one third more 
per mile than that of the dearest Canal in Eng- 
land, the comparison will assume a shape much 
more unfavourable to Railways, 

I will add but little on the last feature of the 
general opinion entertained that similar schemes 
under circumstances dissimilar to those of the 
Liverpool and Manchester Railway would not suc- 
ceed. For where in England I may ask are simi- 
lar circumstances with respect to internal commu- 
nication to be found. London was described, by 
an ingenious foreigner, as 



" Una province'couverte de 

but the description is much more applicable to 
Manchester and the surrounding neighbourhood. 
A circle described from the centre of that town 
with a radius of 30 miles wonld include a popu- 
lation much larger than that of London ; a popu- 
lation much more dependent upon One another 



tkao tliat of. London ; and all depeodeivk i^Knib 
and connected with the Port of Liyerpool, a.qd 
aoipe parta of it distant 60 miles from the other. 

In London, there are three dtiesji one thp city 
of Gentry, the second that of Merdiants, and the 
third of Manufacturers. Describe a circle roiptidl 
St. Paula* with a radius of 5 miles and within 
that area whjch is only a thirty sixth part of that 
proposed to ok drawn round Manchester, all kinds 
of communication either for pleasure, or bosinesi^ 
are facilitated by innumerable means at very little' 
expence. Through the diameter of this latter 
circle passes one of the first loco-motive powera 
in nature, the unimitable Tide, costing nothing 
and performing every thing, not depending on 
two bits of parallel iron, and some few tons o£ 
coals, but twice in twenty four hours urged oa 
by ^V.the mighty strength of the deep-flowing 
Ocean*.** 

It is true that there is a great deal of travelling 
into London, but it is from all points of the 
compaas, and in no one direction is there suffi- 
cient to maintain a Railway for travellers alone, 
were they practicable in every direction, as they 
are in fact, practicable only in a very few. 

For heavy goods the means of supply are am- 
ply sufficient. No internal Coals can compete 
with those brought by Sea,no lime with that which 
is dug within 30 miles and brought by the tide. 
To Stone for building and paving, from all parts of 
England and Scotland, to Grain and to Timber 
from all parts of the world, the same Sea and tide 
provide a means of conveyance, and were it other- 
wise. Railways cannot enter into competition 
with the existing Canals and Rivers which aid 
in that supply, r^or do those Canals and Rivers 
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tempt a competition, for with the exception of 
the Somersetshire Coal Canal, I believe that there 
is not one concern of the kind South of the 
Thames, which has not proved a very unprofitable 
investment of Capital. 

I should lengthen this letter too much were I to 
enter so fully into the subject, as the documents 
which I have by me would enable me, hut as the 
printing of it has been delayed in expectation of 
the Report on the second half year of the Liver- 
pool and Manchester Railway being published 
which has just now appeared, I shall add a few 
lines which that publication has occasioned. 

This Report contains no details to enable me to 
analyse the accounts in the same manner in which 
I have done those of the preceding half-year, but 
not only does it not contain any thing to invali- 
date the deductions I made in the former part of 
this letter but as far as the genera! nature of 
those accounts will allow, confirms them in every 
respect. 

It states that " the gross receipts have been 
very large hut that the disbursements continue 
proportionahly heavy, the charge for engin^ power 
and for maintaining the icay being the two prin- 
cipal items." 

Now without cavilling at the trifling fact that 
the proportion of the disbursements to the re- 
ceipts for the last half-year is something largerthan 
the preceding, we have from the statement of the 
former Report reason to believe that the sum to 
be added for the wear of the Loco-motive Engines 
ought to be considerably larger in the last half- 
year than the preceding, on the principle there 
assumed by the Directors themselves referred to 
in p. 22, and with respect to the maintenance of 
the way it cannot have been less tiMn the sum 
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stated in the former account^ where under;, the 
head of ^^ Sundry Disbursements** are as I ha,ve 
shown, above^ comprehended all the charges 
which are analogous to the proprietary expences 
on Canals. After deducting the sum of x2910. 
for interest, there remains £9817. which doubled 
for the twelvemonth amounts to £19634. for the 
year, or £650. per mile. 

Now the ^oss annual expence for the same 
departments in the principal Canals in England, 
viz : — 

1. The grand Junction, 132 miles with branches, 

2. The Kennet and Avon, 87 miles. 
8. The Leeds and Liverpool 130 miles. 

The first is £260. per mile 

ITie second £170, do. 
. The third £160. do. 
.Again, the increase of passengers is in a much 
greater proportion than the increase of goods and 
that of coals is not worth notice. To prevent 
as much as possible accidents and insure security 
*^The Speed is to he materially diminished over 
the high , embankments ; and a considerable dis-r. 
bursement in diminution of profits is contemplated 
in the erection of checks andguard-rails.** These 
latter circumstances prove that the Directors 
wisely look to passengers as the leading source 
of revenue. The carriage of cattle on which so 
much was said seems to have failed, for the 
" Butchers could not aflford^to pay ninepence 
" per bead, (about twenty sailings per ton) for 
" sheep ; and the charge is to be lowered to six- 
•' pence, (about sixteen shillings and eightpence 
" per ton) with some expectation of a pro- 
" fitable result. ^? 

The total repeipts by the latter report for the 
year have h^ £155,701 7 7 
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** iThe (lisbursementB . . £ 84,408 12 1 
being more than 54 per cent on the Receipts. 

A transcript from the Morning Chronicle of 
Tuesday, 17th., January, 1832, with reference 
to another material part of my letter confirms 
apprehensions expressed in p. 19, as to the dan- 
ger of inclined planes and stationary engines. 
Accident on the Railivau. 

" On Monday Evening an accident involving 
" considerable loss of property took place on the 
" Bolton and Leigh Railway. A train of lug- 
" g^S^ waggons had ascended the inclined 
" plane at Baglane, and when at the top the rope 
" was detached from them before the whole of 
" them were on the level. It unfortunately 
" happened that the hind portions out-halanced 
" the front waggons, and the whole began to 
" descend with great rapidity, and near the liot- 
" torn came in contact with a train of coal wag- 
•' gous, when the concussion was so great as to 
" force from the line the loggage waggons into 
" an adjoining field. The hogsheads, tubs, &c., 
" with which they were loaded, were broken to 
" pieces and their contents consisting of oil, 
" butter, treacle, corn and other articles rendered 
" unfit for use, by being thrown together ; but 
" little of the property is saved, and the loss is 
" estimated at about £800." 

Circumstances of this kind are to be contem- 
plated upon mostof the projected lines deducting 
materially from the profits of the concern. 

With respect to the probable loss of lives the 
danger is not less, and the responsibility infinitely 
greater. 

Still I am not one of those who would wish 
to check the progress of improvement. 
■■• The effect of the Railway between Liverpool 
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and Maochester has been beneficial tj» tl^ p^blie 
by redocing overgrown monopolies within ne^h 
sonable bonnds. Although the success of Rail- 
ways is more than problematical, yet the projects 
for making them, have stimulated the more opu- 
lent Canal Companies to exert themselves to effect 
improvements in their .tenals, materially contri- 
buting to the public benefit, instead of dividing 
among the inoprietors of them, the enormous 
profits which have been unexpectedly made and 
which were not contemplated in their first pro- 
jection. 

The improvements contemplated and executing 
on the Old Birmingham, the Aire and Calder, 
and the Oxford Canals confirm this assertion* 

I hope I have £||irly stated the advantage of 
the Liverpool and Manchester Railway, giving 
due credit to the Gentlemen who have so much to 
their honor projectui^ and completed that great 
experiment; which, although it has wcceeded in 
the point they least expected it, and failed in 
that from whence they contem{dated the greatest 
advantages, has proved a great public benefit. ^ 

But it is not improbable that the travelling and 
the carriage of very light goods will eventuftUy 
become the only source of income and the aitemyt 
to carry heavy goods be abandoned. 

Public opinion seems to have fully decided 
this point, and the promoters of the new schemes 
brought forward in the preMpt session, seem to 
content themselves with these only. 

Indeed the oi^^ct of the London and Birming- 
ham Railway seems to be confined almost excla-^ 
sively to travelling if we may judge from the p^ti 
and the semi*official observations circulated with 
it, although both the promoters and the engineefs 
4iMm>w aiq||D»popsiUbity for the wcwmy of them^ 



' Ykre tiktfeioii pi^spedtuiof tlie SdAlbiiii^idu and 

Lbndoti Raflway^ is rather a litite more e5ctetided 
UfOt of the ten enumerated " prospective advan- 
tages of its " great Revenue^* 

1. Butchers* meat 

2. Fish 

3. Passengers * 

• 4. Live sheep and lambs 

7. Foreign fruit, poultry, and ^gs 

0, Milk, butter, eggs, pigs, fruit, vegetables, &c. 
10. Troops, specie, and Mails ! form seven of 
the articles, and the other three are 

5. Grain ! 

6. Chalk! 

8. Building materials ! . , 

; The cantious and even ttfteanctioned generali- 
sation observed in the prospectus of the London 
imd Birmingham Railway, after the laboribusr 
and expensive investigatioti if nearly three yeafs, 
/¥M# »i it h iti minute and reiterated nothingness, the 
^esnlt,A&s it should seem of soriae desultory guesses 
in that of the London and Southamploii Railway, 
would reasonably induce the belief that the only 
part of the public likely to derive benefit from 
either, are of the same kind with those, the items 
of whose charges form such prominent features 
in the expenditure of the Cromford and Peak 
Forest Railway. The Solicitor, the' Engineer, 
and the Iron-master. No Proprietors of river 
and canal navigatlHis are absurd enough to sup- 
pose that their interests must not give way to 
real improvements in the modes of communica- 
tion, but the result of my journey into the north 
in the last autumn, has been to satisfy my mind 
that the canal proprietors, and much less those 
of river navigations are not likely to suffer from 
what has bi^eti hittrertd dbiit by Rail#ays, nor to 
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fear what is projected; and if the facts and arga< 
oients stated above shall tend to dissipate un- 
founded alarms in others^ it will afford gratifica- 
tion to 

Dear Sir, 

Yours very truly, 

F. P. 

London, February lit., 1832. 



P. S. The statements and observations in p. 
18, <9, and 20, are principally taken from a letter 
published last sumfiar in the Liverpool paper, 
written by a gentleman well acquainted with; the 
facts and perfectly qualified to judge of tKe sub- 
ject. • 



Fr^ptttd by J. Ttuten, 14, Bmb Strtet, Soho Sftiuvt. 



LIVERPOOL AND MANCHESTER 

RAILWAY, 



REPORT. 

LWERPOOLy SepL2Sth, 1831. 

The Directors at the General Meeting held in this place 
exactly six months ag:o, laid before the Proprietors the result of 
the working of the Railway for 3^ months, up to the 31st of 
December, 1830. 

They have now to report the result of six months* operations 
from the 1st of January to the 30th of June last. During that 
period the Company's business, both in Merchandise and Passen^ 
gers, has been gradually and steadily on the increase. The 
tonnage of Merchandise conveyed between Liverpool and Man" 
Chester for the six months amounts to - - 35865 Tons. 

^tween Liverpool and fhe Bolton Junciion* - 6827—^ 

42692 — - 



Coals, principally from the HuytoH Collieries, 
a distance of five miles from Liverpool - 2889 •— 

Numb^ of Passengers booked at the Company's 
Offices .... 188726 



The gross receipts on this traffic are as follows: 

On Passengers - - -.£43,600 7 8 

On Merchandise - - - - 21,875 l 

On Coal - - •< - . 218 6 2 



£65,693 13 8 



Amounting to 4s 7jd each, per Passenger booked, and 10s 3d per 
ton of Merchandise conveyed. 

The disbursements upon the same traffic 

amount to - .... . £35,379 3 10 



Or beftnging to the Coaching department - £19,099 16 5 
To Merchandise, &c. - * 16,269 7 6 

£35,379 3 10 



These disbursements the Directors, from* the classification of 
their accounts, are enabled to apportion to the different depart- 
ments, and ttnd«r different heads of Expenditure, as follows. 
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&ir«clors have Tuund l)ie di » burse ma nts ccmsldqrabl}' 
beavier tbtin ihej' aaticipaled, eapecjallj Ibat [inrliixi of them 
belonging lo the Merchandise Deparlmenl. Il maj be proper, 
however, to remark, Ihal the qnanlii}' of Merchandise conveyed 
is comparative] V small, tlie busiuess al the present momenl being' 
on a much larger scale tliaii the average business or the six 
iRontba inetuded in this slatemeiit, nhilc theexpence of Carriage 
will nol keep pace in the same rario with the jucrease of the 
tonnage. On the other hand, with refereiice to the present 
result, as no allowance is made for Wear of materials (except 
what is comprised In actual repairs) the first sji months will 
have some advantage over succeeding periods, from the 'Wag- 
gons, Slc. being new lo begin with. The above slalemeni of 
Heeeipls and Disbursements has reference, of course, excliisivelv 
lo the Traffic on the Line. The sum raised by the creation uV 
new Quarter Shares being appropriated ahogether lo the 
building of Warehouses, Wharfs and Sheds, the piircliase of 
Engines, Cranes and Waggons, and generally to the completion 
of the Hoad and the Works. The Directors have in their handi 
a net disposable balance equalling £4 IDs per Share of £IOi), 
each of the old Quarter Khares being enlilled to £1 3s Bd per 
Bhare, and the new Quarters, on which only £ID each was 
paid on (he 30th June last, to 98 per Sliare. They accorilingly 
recommend lo the Proprietors a Dividend of £4 Ito per Share 
out of the concern to the 30lli of June la>it. 

The Directors have now lo submit lo the oon»lderalion of the 
Proprietors a scheme for a spacious and eominodions Tunnel, In 
be approprialed to the Coaching Department, and lo extend from 
the Railway near Wavertree Lane lo the site of the Catlle Market 
in Liioelb'^eL The experience of twelve months has exhibited 
Ihe inconvenience and very serious disadvantcigeB of the Railway 
for Passengers terminating a mile and a half from Ihe centre of 
business. The dela; of thirty minutes in accomplishing the first 
mile and a linlf of the journey, and llio necessity of resorting lo 
(he very imperfect and expensive accommodation of OmnihusseN, 
have proved the extreme importance of brint;ing Ihe Railway 
Carriers to the cenire nf the Town. Wilh this object in view, 
and witli the assistance of tlieir able Engineer, the Directors 
have given the subject very mature consideration, and Ihey are 
ofopiuionnoplanof access embraces so many advantages, and 
ftl the same lime is attended wilh so few diHIuullies, as the one 
now recommended to tlie Proprielors. The mode of executing 
the work will completely remove all Ihe usual objections In 
Tunnels. The whole will be brllilanlly lighted, and warmed, 
and venliiated, bo as lo become an object of inlereel and attraction. 
The egress of the profiosed Tunnel Is in the very cenire of liie 
Town, with spacious and convenient approaches in alldireclitffls, 
and the Directors are happy lo add, that tlie project is apjiralid 
by the Mayor and Common Cuuncil. The cost will probably be 
£100,000. including land and offices, which il is submitted would 
be advantageously laid out to eSect the purpose iu view, especi- 
ally when It Is considered that the present charge for Omni- 
Is equal to the inlfrtiltrf Ihe sum required. Tlie dlriiclci'a 



therefore recommend an application to Parliament for authorhj 
lo construct the Tunnel, and to borrow the requisite Funds for 
the purpose, with power vested in the Proprietors at large to 
coOTert the Loan into Capital by the creation of new Shares, 
should the Proprietors at some future time deem such a measure 
expedient. 

The Directors will embrace the present opportunity of advert- 
ing to several points of importance to the concern, and of interest 
to the Propi^ietors. It will be observed, that the traffic in Coal 
has, hitherto, been altogether insignificant, — the owners of Ck)l- 
lieries not being prepared with Waggons and Engines necessary 
for the Trade: the Directors however are happy to state, that, 
in addition to their present traffic with the Huyton and Whistou 
Collieries, they have lately made arrangements with two exten- 
sive Proprietors, both of whom have engaged from the Company 
Coal Depots at the Manchester end, for the purpose of carrying 
on a regular, and, the Directors trust, a very important business. 
The Wigan Branch Railway is in the course of its formation, and 
in less than a year may be expected to bring a very large traffic 
of Coal (besides Geiieral Merchandise and Passengers) upon the 
Liverpool Line. * 

The Caitle Trade the Directors have always considered would 
prove an important branch of their business, though from the 
extraordinary extent of Travelling by the Railway, and the 
consequent appropriation of a great portion of the Locomotive 
Power to that object, they have been unable as yet to commence 
this part of their undertaking. They have however provided a 
stock of Carriages, and propose to commence the Conveyance of 
Sheep on the 10th October next; and Horned Cattle as loon after 
as the requisite arrangements can be made. Pigs in coQpiderable 
numbers they have already carried, these being included in the 
general amount of Tonnage above stated. 

From a deliberate consideration of the position and circum- 
stances of the Concern, it is evidently of the first importance to 
extend the aggregate amount of traffic on the Railway, in order 
that the unavoidable and heavy disbursements being distributed 
over a larger business may constitute a diminished charge per 
ton. With this view the Directors have erected a new range of 
Warehouses at Manchester, which will more than double their 
present accommodation for Merchandise at that end of the line. 
At the Liverpool Station they have constructed two spacious 
Sheds, with numerous Cranes for general business ; and with 
reference especially to an extensive Coal trade, they have pur- 
chased two additional plots of Land and Premises in Wapping, 
and Ironmonger Lane, the possession of which opens to the 
Company a direct and valuable communication between the 
Railway and the King's Dock. 

#)n the subject of Locomotive Engines the Directors have to 
report, that they have contracted for several new ones, besides 
the regular supply from Messrs. Robert Stephenson and Co.; 
they trust therefore they shall ere long be well provided with 
this indispensable machine. 

The experience of twelve months has confirmed the conviction 



on the part o( the Directors before expressed, that the R^ilvraj 
is capable of accommodating^ any imaginable extension of traffic. 
And in the event of one or more of the great lines of Railway 
lately projected coming upon the Live rfnx)] and Manchester Luie, 
and in conseqnence an additional station for Merchandize being 
desirable, it wonld be easy to construct another Tunnel for that 
purpose, direct to the vicinity of the Prince's Dock, which would 
thus, at a comparatively moderate cost, answer all the great 
objects of a North Line. This Is a matter, however, evidently 
for future consideration, and it is only as such tiiat the Direclors 
have alluded to it at the present moment. 

In conclusion, the Directors are happy to be able to state, that 
although nearly half a million of Passengers have now been 
carried, only one fatal accident has occurred, and that arose 
solely from the perverseness of tlie individual sufferer. 

CHARLES LAWRENCE, 

CHAIRMAN. 

P. S. — A dividend of £4 10s per Share Having been ordered, 
payable on the 5th October next, each Proprietor may receive 
the amount due on his Shares by application at tlie Company's 
Office, John Street, Liverpool, any time after the above date ; and 
parties residing at a distance, upon a written request to the 
Treasurer, mav have their Dividends remitted in a Bill at one 
month's date, or may have a credit lodged in their favor at 
Messrs Barclay & Co.'s London, for the amount. 

*,j* The net prqfif arising out oj'ihe Sunday Trao^lling, for the 
six monihs ending ike 30'A June last, amounls to Qs lOd/jer Share 
of £100. 
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